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(54) A control device for motor/generators 

(57) A controller for motor/generators is proposed 
which allows reductions in ripple current generated by 
an inverter driving a power-generating motor/generator 
and a vehicle-driving motor/generator. 

The control device for motor/generators has a first 
inverter which supplies a control current to a first motor/ 
generator used mainly as an electrical motor, a second 
inverter which supplies a control current to a second mo- 
tor/generator used mainly as a generator a first PWM 
signal generating circuit which drives the switching ele- 



ments of the first inverter based on a first carrier signal, 
asecond PWM signal generating circuit which drives the 
switching elements of the second inverter based on a 
second carrier signal which has the same period of the 
first carrier signal. The first inverter and the second in- 
verter are controlled so that the operation of the first in- 
verter is synchronized with the operation of the second 
inverter and the current of the first inverter which flows 
in the DC bus line is generated in opposite direction to 
the current of the second inverter which flows in the DC 
bus line. 
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Description 

FIELD OF THE INVENTION 

[0001] This invention relates to a control device for 5 
motor/generators used in a hybrid vehicle. 

BACKGROUND OF THE INVENTION 

[0002] One type of hybrid vehicle mounts two motor/ 10 
generators. One of the motor/generators is used for run- 
ning the vehicle (hereafter referred to as "the vehicle- 
running motor/generator") with the other being used for 
the generation of electrical power (hereafter referred to 
as 'the power-generating motor/generator"). The two 15 
motor/generators are operated by a common direct-cur- 
rent power source. An inverter and a circuit generating 
a pulse width modulation (PWM) signal are provided in 
each of the motor/generators. The vehicle- running mo- 
tor/generator is rotated and driven by an alternating cur- 20 
rent converted from the direct current by the inverter. 
The power-generating motor/generator is rotated by the 
prime mover, that is to say, by the engine and generates 
an alternating current. The resulting alternating current 
is converted to a direct current and stored in a battery 25 
by switching elements of the inverter. 
[0003] Since the switching elements of the inverter 
which drives the AC motor perform switching operations 
at high frequencies of 10 - 20 kHz, high frequency elec- 
trical noise is generated by a pulse-shaped ripple cur- 30 
rent generated in the DC bus lines. 
[0004] As a result, a solution is required for the detri- 
mental effects of such high frequency noise on nearby 
electrical components. Normally a noise-reducing reac- 
tor functioning as a noise filter or a smoothing electro- 35 
lytic condenser which can resist large ripple currents is 
disposed between the switching circuit of the inverter 
and the DC power source. However since this solution 
requires the use of large components such as a large 
capacity reactor and an electrolytic condenser, prob- 40 
lems arise which are related to weight increases and the 
fact that the size of the inverter case must be increased. 
The above problem is exacerbated by the fact that as 
stated above two or more inverters are mounted in a 
hybrid automobile. *s 
[0005] Tokkai 2000-78850 published by the Japanese 
Patent Office in 2000 discloses a controller for motor/ 
generators which suppresses ripple current by shifting 
the ON-OFF timing of the switching element. 

so 

SUMMARY OF THE INVENTION 

[0006] However since pulses generated by the vehi- 
cle-running motor/generator and pulses in the opposite 
direction generated by the power-generating motor/ 55 
generator are alternately applied to the DC bus lines, it 
is not possible for the controller to effectively reduce rip- 
ple currents resulting in high-frequency electrical noise. 



[0007] This invention has the object of providing a 
control device for motor/generators which effectively re- 
duces ripple current. In order to achieve above objects, 
this invention provides a control device for motor/gen- 
erators. 

[0008] The control device for motor/generators com- 
prises; a first inverter connected to a direct-current (DC) 
power source through DC bus lines, the first inverter ap- 
plying a control current to a first motor/generator which 
is used mainly as a motor; a second inverter connected 
to the direct-current power source through the DC bus 
lines, the second inverter applying a control current to 
a second motor/generator which is used mainly as a 
generator, the second inverter having the same config- 
uration of switching elements as the first inverter; a first 
PWM signal generating circuit comparing a first carrier 
signal limiting the operational frequency of the first in- 
verter with a first voltage command signal for establish- 
ing a desired control current of the first motor/generator, 
the first PWM signal generating circuit generating pulse 
width modulation (PWM) signals each operating one of 
the switching elements of the first inverter; and a second 
PWM signal generating circuit for comparing a second 
carrier signal with a second voltage command signal 
and generating pulse width modulation (PWM) signals 
each operating one of switching elements of the second 
inverter, the second carrier signal having the same pe- 
riod as the first carrier signal and limiting the operational 
frequency of the second inverter, the second voltage 
command signal establishing a desired control current 
of the second motor/generator. 

[0009] The first PWM signal generating circu it and the 
second PWM signal generating circuit control the first 
inverter and the second inverter respectively so that the 
operation of the first inverter is synchronized with the 
operation of the second inverter and so that the current 
of the first inverter which flows in the DC bus lines flows 
in an opposite direction to the current of the second in- 
verter which flows in the DC bus line. 
[0010] The details as well as other features and ad- 
vantages of this invention are set forth in the remainder 
of the specification and are shown in the accompanying 
drawings. 

BRIEF DESCRIPTION OF THE DRAWINGS 

[0011] Fig. 1 is a schematic circu it diagram of a control 
device for motor/generators according to a first embod- 
iment of this invention. 

[0012] Fig. 2A shows a ripple current generated by a 
vehicle-running inverter in the control device forthe mo- 
tor/generators according to a first embodiment. Fig. 2B 
shows a ripple current generated by a power-generating 
inverter in the control device for the motor/generators 
according to the first embodiment. Fig. 2C shows the 
total of the ripple currents. Fig. 2D shows a value rep- 
resenting the conversion of the total ripple current to a 
root-mean -square value. 
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[001 3] Fig. 3 is a schematic circuit diagram of a control 
device for motor/generators according to a second em- 
bodiment of this invention. 

[0014] Fig. 4 shows variations in the root-mean- 
square value of the total ripple current resulting from the 5 
change in the fundamental frequency of a control cur- 
rent of the power-generating motor/generator according 
to the embodiments of this invention. 
[0015] Fig. 5 is a schematic diagram of the drive sys- 
tem of a hybrid vehicle applying this invention. 10 
[0016] Fig. 6 is a block diagram describing control of 
motor/generators according to the embodiments of this 
invention. 

DESCRIPTION OF THE PREFERRED '5 
EMBODIMENTS 

[0017] A control circuit for motor/generators accord- 
ing to a first embodiment of this invention will be de- 
scribed hereafter with reference to the schematic circuit 20 
diagram shown in Fig. 1. 

[0018] A DC current from a battery 1 is supplied to a 
first inverter (vehicle-driving inverter) 1 0 through DC bus 
lines, that is to say, through power cables 2. The power 
cable 2 has a reactance component. The size of the in- 25 
rush current resulting from the ON/OFF switching of the 
switching elements affects the size of the ripple current 
generated by the inverter. 

[001 9] The vehicle-running motor/generator (first mo- 
tor/generator) 11 for driving a vehicle has three stator 30 
coils (Clu, Civ, Clw) with respective phases of U, V and 
W. A rotor (not shown) is provided on an inner side of 
these stator coils. The first inverter 1 0 which is connect- 
ed to the vehicle-running motor/generator comprises a 
noise filter 3 eliminating noise, a smoothing condenser 35 
(for example, an electrolytic condenser) 4 and six 
switching elements (for example, IGBT elements (Insu- 
lated Gate Bipolar Transistors)) sw11 - sw1 6. 
[0020] The switching elements of the first inverter 1 0 
are provided in pairs with the sw1 1 collector connected 40 
to the positive terminal of the battery 1 and the sw12 
emitter connected to the negative terminal of the battery 
1 . The sw41 emitter and the sw1 2 collector are intercon- 
nected. The U-phase stator coil Clu of the vehicle-run- 
ning motor/generator 11 is connected to the sw11 emit- 45 
ter (sw12 collector). In the same manner, sw13 and 
sw1 4 comprise a pair and are connected to the V-phase 
stator coil Civ of the vehicle- running motor/generator 11 . 
Sw15 and sw16 comprise a pair and are connected to 
the W-phase stator coil Clw of the vehicle-running mo- so 
tor/generator 11. 

[0021] The switching elements sw11 - sw16 are 
turned ON/OFF by PWM signals generated by a first in- 
verter control circuit (vehicle-running motor controller) 
12 which controls the first inverter 10. The first inverter 55 
control circuit 12 is provided with a carrier wave gener- 
ator circuit 1 3 which generates a first carrier signal (tri- 
angular wave) determining the switching period of the 



switching elements sw11 - sw16 of the first inverter 10, 
and a first IGBT drive circuit (first PWM signal generat- 
ing circuit) 14 which generates first PWM signals (vehi- 
cle-running PWM signals) based on the first carrier sig- 
nal generated by the carrier wave generator circuit 13. 
Each of the first PWM signals is applied to one of the 
switching elements sw11 - sw1 6. 
[0022] A second inverter (power-generating inverter) 
20 has substantially the same circuit configuration as 
the first inverter, i.e. it is provided with switching ele- 
ments sw21 - sw26 connected in the same configuration 
as those of the first inverter 10. The second inverter 
drives a power-generating motor/generator (second 
motor/generator) 21 of the same structure as the vehi- 
cle-running motor/generator 1 1 . In the first embodiment, 
the pole number and coil number of the power-generat- 
ing motor/generator 21 and the vehicle-running motor/ 
generator 1 1 are equal. However in other embodiments, 
the pole number and coil number of both motor/gener- 
ators 11 , 21 may be different 

[0023] The second inverter 20 branches at the DC bus 
lines between the switching elements sw11 - sw16 and 
the smoothing condenser 4 of the first inverter 10. The 
second inverter 20 is connected to the battery 1 through 
a noise filter 3 and the smoothing condenser 4 which 
are provided in the first inverter 10. 
[0024] A second inverter control circuit-(power-gener- 
ating motor controller) 22 controls the second inverter 
20. A second IGBT drive circuit (second PWM generat- 
ing circuit) 24 in the second inverter control circuit 22 
generates second PWM signals (power-generating 
PWM signals) and turns the switching elements sw21 - 
sw26 ON and OFF. Each of the second PWM signals is 
applied to one of the switching elements sw21 - sw26. 
[0025] In the present invention, a second carrier sig- 
nal supplied to the second IGBT drive circuit 24 in the 
second inverter control circuit 22 has the same frequen- 
cy (that is to say, the same period) as the first carrier 
signal supplied to the first IGBT drive circuit 14 of the 
first inverter control circuit 12. In the first embodiment, 
the first carrier signal and the second carrier signal are 
both generated from the carrier wave generator circuit 
1 3 in the inverter control circuit 1 2. Thus the first inverter 
10 and the second inverter 20 are synchronized by the 
same carrier signal. 

[0026] The DC current supplied from the battery 1 to 
the first inverter 10 passes through a noise filter 3 for 
reducing noise components. Thereafter the current is 
supplied to the switching elements sw1 1 - sw1 6 through 
the smoothing condenser 4. Almost no ripple current 
flows in the DC bus lines between the smoothing con- 
denser 4 and the battery 1 as a result of the smoothing 
effect of the smoothing condenser 4. However since a 
pulse-shaped current is generated in response to the 
ON/OFF switching of the switching elements sw11 - 
sw1 6, a ripple current comprising the total of the polarity 
(three phases) of the vehicle-running motor flows in the 
DC bus lines between the smoothing condenser 4 and 
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the switching elements. 

[0027] In the present invention, the switching ele- 
ments sw21 - sw26 of the second inverter 20 in parallel 
with the switching elements sw11 - sw16 of the first in- 
verter 1 0 are connected to the DC bus lines which con- 5 
nect the smoothing condenser 4 and the switching ele- 
ment sw1 1 - sw1 6. As a result, a current corresponding 
to the total of the currents flowing in the first inverter 10 
and the current flowing in the second inverter 20 flows 
in the common DC bus lines which are from the connec- 
tion point of the DC bus lines of the first inverter 1 0 and 
the DC bus lines of the second inverter 20 up to the bat- 
tery 1. 

[0028] Since the switching elements of both the first 
inverter 10 and the second inverter 20 are turned ON/ 
OFF in response to the ON/OFF timing of acarrier signal 
generated by the carrier wave generator circuit 13 in the 
first inverter control circuit 12, the first inverter 10 and 
the second inverter 20 operate with the same switching 
timing. Therefore when one of the switching elements 
of the first inverter 10 is turned ON and a plus current 
flows in the DC bus lines of the first inverter 1 0, the cor- 
responding switching element of the second inverter 20 
is also turned ON and a minus current flows in the DC 
bus lines of the second inverter 20. Here, sw11 corre- 
sponds to sw21 , sw12 to sw22, sw13 to sw23, sw14 to 
sw24, sw1 5 to sw25, and sw1 6 to sw26. As a result, the 
plus current from the first inverter 1 0 cancels out the mi- 
nus current from the second inverter 20 in the common 
DC bus lines. 

[0029] In the first embodiment, the first inverter con- 
trol circuit 12 and the second inverter control circuit 22 
generate PWM signals based on a carrier signal gener- 
ated by a common carrier generator circuit 1 3. Thus the 
first and second carrier signals operate with the same 
phase and period for the two inverters 1 0, 20. However 
although the two carrier signals must have the same pe- 
riod, it is not necessary for them to have the same 
phase. For example, it is possible to use two triangular 
waves with mutually opposite phases as the carrier sig- 
nals by using an IGBT with opposite characteristics. Fur- 
thermore it is possible to use two triangular waves with 
the same period and shifted phases as the carrier sig- 
nals by shifting the operational point of the IGBT. 
[0030] The ripple current waveform flowing in the DC 
bus lines of the drive circuit of the motor/generators ac- 
cording to a first embodiment will be described below 
with reference to Fig. 2A - 2B. Fig. 2A - 2B shows a ripple 
current waveform obtained in a simulation. In Fig. 2 A - 
2B, the horizontal axis represents time and the vertical 
axis represents current. Fig. 2A shows a ripple current 
generated by the first inverter 1 0. Fig. 2B shows a ripple 
current generated by the second inverter 20. Fig. 2C 
shows a ripple current representing the total of the 
above ripple currents. Fig. 2D shows a value represent- 
ing the conversion of the total ripple current to a root- 
mean-square value. In Fig. 2D, the horizontal axis is en- 
larged in comparison to the scale of the horizontal axis 



of Fig. 2C. 

[0031] As shown in Fig. 2A and 2B, the ripple current 
generated by the first inverter 1 0 and the ripple current 
generated by the second inverter 20 take equal values 
and flow in opposite directions. Thus as shown in Fig. 
2C, the total of the above ripple currents takes a value 
close to zero ampere (OA). 

[0032] As stated above, in the first embodiment, the 
first inverter 10 and the second inverter 20 operate the 
switching of the switching elements at a timing which is 
limited by carrier signals generated by the same earner 
wave generator circuit 13. As a result, when a plus cur- 
rent is applied to the first inverter 10, a minus current 
flows in the second inverter 20. Thus a plus current for 
vehicle running and a minus current for power genera- 
tion flow in the common DC bus lines of the first inverter 
10. Therefore almost no ripple current is generated in 
the common DC bus lines. 

[0033] A control circuit for motor/generators accord- 
ing to a second embodiment of this invention will be de- 
scribed hereafter with reference to Fig. 3. In Fig. 3, since 
components such as the first and second inverters 10, 
20, the motor/ generators 11 , 21 and the inverter control 
circuits 1 2, 22 are the same, they have been designated 
by the same reference numerals and additional descrip- 
tion will be omitted. 

[0034] The switching elements sw1 1 - sw1 6 of the first 
inverter 1 0 are disposed on the right side of Fig. 3 about 
the smoothing condenser 4 with the switching elements 
sw21 - sw26 of the second inverter 20 being disposed 
on the left side. The switching elements sw11 - sw16 
and the switching elements sw21 - sw26 are disposed 
so that the length of the route allowing current flow be- 
tween the switching elements sw11 - sw16 of the first 
inverter 10 and the smoothing condenser 4 is approxi- 
mately equal to the length of the route allowing current 
flow between the switching elements sw21 - sw26 of the 
second inverter 20 and the smoothing condenser 4. For 
example, the route between sw11 and the condenser 4 
has almost the same length as the route between sw21 
and the condenser 4. 

[0035] In the second embodiment, the battery 1 and 
the inverters are connected by a power cable 2 in the 
same manner as the first embodiment above. The pow- 
er cable 2 has an inductance which is proportional to the 
length of the cable. As a result, the inductance of the 
electrical cable 2 from the smoothing condenser 4 to 
each of the switching elements of the first inverter 10 is 
approximately equal to the inductance from the smooth- 
ing condenser 4 to the corresponding switching element 
of the second inverter 20. Here, sw11 corresponds to 
sw21 , sw1 2 to sw22, sw1 3 to sw23, sw1 4 to sw24, sw1 5 
to sw25, and sw1 6 to sw26. 

[0036] Furthermore in this invention, since each of the 
switching elements of the first inverter 10 and the cor- 
responding switching element of the second inverter is 
simultaneously turned ON and OFF, a surge voltage re- 
sulting from the in-rush current of the ON/OFF switching 
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of the switching elements, is generated simultaneously 
in opposite directions. Thus the surge voltages gener- 
ated as a result of switching of both inverters 10, 20 in 
the DC bus lines cancel out. 

[0037] As shown above, reductions in the surge volt- 
age generated by the inductance of the power cable 2 
reduces the possibility of component failure in the 
smoothing condenser 4 and the switching elements 
sw11 - sw1 6, sw21 - sw26. Furthermore it is possible to 
reduce the size and the cost of the smoothing condenser 
4 and the switching elements sw11-sw1 6, sw21 -sw26. 
[0038] In this invention, it is preferred that the funda- 
mental frequency (that is to say, the frequency of the 
fundamental wave) of a first control current for control- 
ling the rotational state of the rotor of the vehicle-running 
motor/generator 1 1 is equal to the fundamental frequen- 
cy of a second control current for controlling the gener- 
ated powerfrom the power-generating motor/generator 
21 . The first control current flows in the stator coils (Clu, 
Civ, Clw) of the vehicle-running motor/generator 11 and 
the second control current flows in the stator coils (C2u, 

■ C2v, C2w) of the power-generating motor/generator 21 . 
In other words, it is preferred that the product of the ro- 
tation speed and the number of magnetic poles in the 
vehicle-running motor/generator 1 1 is equal to that in the 
power-generating motor/generator 21 . 
[0039] This is because the waveform of the ripple cur- 
rent is determined by the frequency of the ON/OFF 
switching of the switching elements and the fundamen- 
tal frequency of a control current. 
[0040] The necessity and effect of making the funda- 
mental frequency of the first control current equal the 
fundamental frequency of the second control current will 
be described below with reference to Fig. 4. 
[0041 ] Fig. 4 shows the relationship of the root-mean- 
square value of the ripple current and the deviation of 
the fundamental frequency of "the control current be- 
tween the vehicle-running motor/generator 11 and the 
power-generating motor/generator 21 . The fundamen- 
tal frequency of the control current of the power-gener- 
ating motor/generator 21 is shown on the horizontal axis 

- and the root-mean-square value (graduations of 10A) of 
the ripple eurrent of the inverter is shown on the vertical 
axis. The fundamental current of the control current of 
the vehicle-running motor/generator 11 is fixed at 
180Hz. 

[0042] When the fundamental frequency of the control 
current of the power-generating motor/generator 21 is 
equal to the 1 80Hz fundamental frequency of the control 
> current of the vehicle-running motor/generator 11, the 
root-mean-square value of the ripple current in the DC 
bus lines is a small value of approximately 5A. The ripple 
current is reduced as a result of making the fundamental 
frequency of the control current of the power-generating 
motor/generator 21 equal that of the vehicle : running 
motor/generator 11. 

[0043] However when the fundamental frequency of 
the control current of the power-generating motor/gen- 



erator 21 is 900Hz (five times that of the fundamental 
frequency of the control current of the vehicle-running 
motor/generator 1 1 ), a ripple current is generated which 
is approximately 65A and almost no reduction in the rip- 
5 pie current is seen. The above facts indicate that an ef- 
fective reduction in the ripple current is achieved by con- 
trolling the fundamental frequency of the control current 
of the power-generating motor/generator 21 to the fun- 
damental frequency of the control current of the vehicle- 
10 running motor/generator 11. 

[0044] However since the frequency of the fundamen- 
tal wave of the control current is proportional to the ro- 
tation speed of the motor/generator it is difficult to 
equalize the frequency of the fundamental wave of the 
15 two control currents while the rotation speed of the re- 
spective motor/generators is controlled arbitrarily. 
[0045] Even when each rotation speed of the motor/ 
generators is controlled separately, it is necessary that 
the frequencies of the fundamental waves of the control 
20 currents do not undergo a large deviation. Therefore, in 
this invention it is preferred that the product of the pole 
number of the motor/generator and the maximum rota- 
tion speed which represents efficient rotation speeds of 
the performance range of rotation speeds of the motor/ 
25 generators is approximately equal in both the vehicle- 
running motor/generator 11 and the power-generating 
motor/generator 21 . 

[0046] Generally the maximum rotation speed of the 
gasoline reciprocating engine which is used as a driving 

30 engine for the power-generating motor/generator 21 is 
approximately 6000rpm. When the vehicle-running mo- . 
tor/generator 11 has a maximum rotation speed of 
1 2000rpm and four pairs of magnetic poles, it is possible 
to equalize the fundamental frequency of the control cur- 

35 rents when the respective motor/generators are rotated 
at a maximum rotation speed by setting the power-gen- 
erating motor/generator 21 to have eight pairs of mag- 
netic poles. 

[0047] As shown above, when a number of pairs of 
40 magnetic poles is determined which is proportional to 
the ratio of the inverse of the maximum rotation speed 
of the two motor/generators 11 , 21, it is possible to in- 
crease the opportunities for the fundamental frequen- 
cies in the control currents of the two motor/generators 
45 1 1 , 21 to become equal or near to equal. 

[0048] A hybrid vehicle adapting the motor/generator 
control device of the present invention will be described 
below with reference to Fig. 5. 

[0049] Tne hybrid vehicle mounts two motor/genera- 
50 tors. The drive wheels of the vehicle are driven by the 
vehicle-running motor/generator 11 . The engine 8 gen- 
erates power and drives the power-generating motor/ 
generator 21. The vehicle-running motor/generator 11 
is connected to the shaft 6 through a reduction gear set 
55 5. On the other hand, the power-generating motor/gen- 
erator 21 is connected to the engine 8 through an over : 
drive gear set 7. The hybrid vehicle is provided with two 
motor/generators 11, 21 with inverter set (first inverter 
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1 0 and second inverter 20) connected to the motor/gen- 
erators. 

[0050] The two inverters are controlled by a motor 
controller 30 comprising a microprocessor 50, a first in- 
verter control circuit 12 and a second inverter control 
circuit 22. The first inverter control circuit 1 2 and the sec- 
ond inverter control circuit 22 may be included in the mi- 
croprocessor 50. Furthermore the engine controller 31 
which is provided with a microprocessor 60 controls the 
engine 8. Furthermore a microprocessor-based inte- 
grated control computer 32 integrates control of the mo- 
tor controller 30 and the engine controller 31 . 
[0051] When the maximum rotation speed of the en- 
gine 8 differs from the maximum rotation speed of the 
vehicle-running motor/generator 11 , the over-drive gear 
7 provided between the power-generating motor/gener- 
ator 21 and the engine 8 equalizes both maximum rota- 
tion speeds by varying the gear ratio. In this manner, the 
over-drive gear 7 can match the fundamental frequency 
of the first and second control currents when the two 
motor/generators 11, 21 are rotating at a maximum ro- 
tation speed. 

[0052] The control of the motor/generators according 
to the present invention will be described below with ref- 
erence to the control block diagram in Fig. 6. 
[0053] The vehicle-running motor/generator 11 and 
the power-generating motor/generator 21 are controlled 
by known vector control. The rotation speed command 
signal from the integrated control computer 32 is con- 
verted to a torq ue command signal (Tq) by a first PI con- 
trol section 40a based on the deviation from the motor 
rotation speed signal N1 of the vehicle-running motor/ 
generator 11 . The torque command signal is input to a 
first current command calculation section 41a and is 
converted to a d-axis current signal (Id1 ) (excitation cur- 
rent command signal) and a q-axis current signal (Iq1) 
(torque current command signal). Here, the d - q axes 
are a rotation coordinate system which rotates in syn- 
chronization with the rotating element of the first motor/ 
generator. 

[0054] After the first current control section 42a con- 
verts the d-axis current signal and the q-axis current sig- 
nal to a d-axte voltage signal (Vd1 ) and a q-axis voltage 
signal (Vq1), the d-axis voltage signal and the q-axis 
voltage signal are converted to a first U-phase voltage 
command signal (Vu1), a first V-phase voltage com- 
mand signal (Vv1), and a first W-phase voltage com- 
mand signal (Vw1) by a first two-phase to three-phase 
converting section 43a. Furthermore a first PWM signal 
generating circuit, that is to say, a first IGBT drive circuit 
14 converts the first voltage command signal for each 
phase to a first U-phase PWM signal (PWMul), a first 
V-phase PWM signal (PWMvl) or a first W-phase PWM 
signal (PWMwl) by comparing the first voltage com- 
mand signal for each phase with the carrier signal (tri- 
angular wave) from the carrier wave generator circuit 
13. The first inverter 10 generates a voltage in the U- 
phase, the V-phase or the W-phase which is applied to 



the vehicle-running motor/generator 11 based on the 
first PWM signal in each phase. 
[0055] In the same manner, a rotation speed com- 
mand signal from the integrated control computer 32 is 

5 converted to a torque command signal by the second PI 
control section 40b based on the deviation from the gen- 
erator rotation speed signal A/2. A voltage signal in Li- 
phase, V-phase or W-phase to the power-generating 
motor/generator 21 is generated by the current com- 

10 mand calculation section 41b, the second current con- 
trol section 42b, the second two-phase to three-phase 
converter 43b, the second PWM signal generating cir- 
cuit, that is to say, the second IGBT drive circuit 24 and 
the inverter 20. 

15 [0056] A second PWM signal generating circuit 24 
converts the second voltage command signal for each 
phase to a second U-phase PWM signal, a second V- 
phase PWM signal or a second W-phase PWM signal 
by comparing the second voltage command signal for 

20 each phase with the carrier signal from the carrier wave 
generator circuit 1 3. Since the carrier signal used in the 
second PWM signal generating circuit 20 is the same 
as the carrier signal used in the first PWM signal gener- 
ating circuit 14, they have the same phase and period. 

25 [0057] The sections 40a - 43a and the sections 40b - 
43b are virtually composed by the microprocessor 50 of 
the motor controller 30. That is to say, the microproces- 
sor 50 of the motor controller 30 actually executes the 
control process of the sections 40a - 43a and the sec- 

30 tions 40b - 43b. The first and second PWM signal gen- 
erating circuit 14, 24 and the carrier wave generator cir- 
cuit 13 may be included in the microprocessor 50. 
[0058] The engine rotation speed Ne* and the engine 
throttle opening APO* to optimize the fuel efficiency of 

35 the engine 8 are determined by an engine combustion 
optimization calculation section 46 on the basis of the 
torque command signal of the vehicle-running motor/ 
generator 11 and the rotation speed command signal 
from the integrated control computer 32. Thereafter it is 

40 determined in a size determination section 48 whether 
or not the ripple current is greater than a threshold value 
based on the ripple current read by the ripple current 
value reading section 47. The threshold value is preset 
so that ripple currents which are smaller than the thresh- 
es old value do not damage electronic components in the 
motor/generator control circuit of the control device. The 
ripple current is detected by a current sensor 9 provided 
on the common DC bus lines as shown in Fig. 1 and Fig. 
2. The engine rotation speed and the throttle opening 

50 are determined by the engine operational condition de- 
termination section 49 and sent to the power-generating 
engine 8 which drives the power-generating motor/gen- 
erator 21 . 

[0059] The sections 46 - 49 are virtually constituted 
55 from the functions of a microprocessor 60 in the engine 
controller 31 . That is to say, the microprocessor 60 in 
the engine controller 31 executes a control process in 
the sections 46-49. 
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[0060] Normally the engine controller 31 controls the 
engine 8 to allow operation at a rotation speed display- 
ing maximum heat efficiency and to generate electrical 
power which is greater than the power consumed by the 
vehicle-running motor/generator 11 on the basis of a 
torque command value and the rotation speed applied 
to the vehicle-running motor/generator 11. However 
when the root-mean-square value of the ripple current 
exceeds the permissible range of the electronic compo- 
nents (the smoothing condenser 4, the noise filter 3, the 
switching elements sw11 - sw16, sw21 - sw26), the en- 
gine controller 31 determines a rotation speed (that is 
to say, a throttle opening) for the engine 9 in order to 
reduce the ripple current: This is achieved by matching 
the fundamental frequency of the control current of the 
power-generating motor/generator 21 with the funda- 
mental frequency of the control current of the vehicle- 
running motor/generator 11. 

[0061] In a hybrid vehicle mounting two motor/gener- 
ators, driving the vehicle drive wheels with a vehicle- 
running motor/generator 1 1 and generating power by ro- 
tating the power-generating motor/generator 21 with an 
engine, a certain freedom is allowed with respect to the 
setting of the rotation speed of the power-generating 
motor/generator 21 in contrast to the setting of the rota- 
tion speed of the vehicle-running motor/generator 11 
which must be controlled in response to the require- 
ments of the driver operating the vehicle. The rotation 
speed of the power-generating motor/generator 21 is 
normally controlled iri response to the power consumed 
by the vehicle-running motor/generator 1 1 which acts as 
a target value for the generation of power. On the other 
hand, when the ripple current in the common DC bus 
lines exceeds the threshold value, the rotation speed of 
the power-generating motor/generator 21 is controlled 
so that the fundamental frequencies of the control cur- 
rents of both motor/generators 1 1 , 21 approach one an- 
other and a decrease effect in the ripple current is ob- 
tained. 

[0062] As shown above, according to the invention, in 
consideration of the size of the root-mean-square value 
of the ripple current, an engine controller determines a 
rotation speed operating an engine so that the funda- 
mental frequency of the control current of a vehicle-run- 
ning motor/generator 11 matches the fundamental fre- 
quency of the control current of a power-generating mo- 
tor/generator 21 . Therefore it is possible to reduce the 
ripple current while minimizing deterioration in energy 
efficiency without allowing the thermal efficiency of the 
engine to undergo large deviations from desirable oper- 
ational conditions. Thus it is possible to reduce the size 
of the switching elements, the reactor (noise filter 3) and 
the smoothing condenser 4. Furthermore the required 
generated power for operating the vehicle-running mo- 
tor/generator 11 is normally maintained and the reduc- 
tion on the ripple current can be maintained under con- 
ditions which could result in particularly large ripple cur- 
rents. 



[0063] In the embodiments described above, the ve- 
hicle-running motor/generator 11 is always in a power 
consumption state where the vehicle-running motor/ 
generator 11 operates as a motor, and that the power- 

5 generating motor/generator 21 is in a power generation 
state where the power-generating motor/generator 21 
operates as a generator. However, the vehicle-running 
motor/generator 1 1 may operate as a generator, and the 
power-generating motor/generator 21 may operate as 

10 a motor in some cases. Hence, although the first and 
second carrier signals are normally synchronized, when 
the two motor/generators are in a power consumption, 
state when running together or both in a power genera- 
tion state, the synchronization of the two carrier signals 

15 is released and they are used in a non-synchronized 
state. 

[0064] The entire contents of Japanese Patent Appli- 
cations P2000-266899 (filed September4, 2000) are in- 
corporated herein by reference. 

20 [0065] Although the invention has been described 
above by reference to certain embodiments of the in- 
vention, the invention is not limited to the embodiments 
described above. Modifications and variations of the 
embodiments described above will occur to those skilled 

25 in the art, in light of the above teachings. The scope of 
the invention is defined with reference to the following 
claims. 

30 Claims 

1 . A control device for motor/generators comprising: 

a first inverter (1 0) connected to a direct-current 
35 (DC) power source (1 ) through DC bus lines (2), 

the first inverter (10) applying a control current 
to a first motor/generator (11) which is used 
mainly as a motor; 

a second inverter (20) connected to the direct- 
40 current power source (1) through the DC bus 

lines (2), the second inverter (20) applying a 
control current to a second motor/generator 
(21) which is used mainly as a generator; the 
second inverter (20) having the same configu- 
45 ration of switching elements (sw21-sw26) as 

the first inverter; 

a first PWM signal generating circuit (14) com- 
paring a first carrier signal limiting the opera- 
tional frequency of the first inverter (1 0) with a 

so first voltage command signal for establishing a 

desired control current of the first motor/gener- 
ator (1 1 ), the first PWM signal generating circuit 
(14) generating pulse width modulation (PWM) 
signals each operating one of the switching el- 

55 ements (sw11-sw16) of the first inverter (10); 

and 

a second PWM signal generating^ircuit (24) for 
comparing a second carrier signal with a sec- 
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ond voltage command signal and generating 
pulse width modulation (PWM) signals each 
operating one of switching elements 
(sw21-sw26) of the second inverter (20); the 
second carrier signai having the same period 
as the first carrier signal and limiting the oper- 
ational frequency of the second inverter (20), 
the second voltage command signal establish- 
ing a desired control current of the second mo- 
tor/generator (21): 

the first PWM signal generating circuit (14) and 
the second PWM signal generating circuit (24) 
controlling the first inverter (1 0) and the second 
inverter (20) respectively so that the operation 
of the first inverter (1 0) is synchronized with the 
operation of the second inverter (20) and so 
that the current of the first inverter (10) which 
flows in the DC bus lines (2) flows in an opposite 
direction to the current of the second inverter 
(20) which flows in the DC bus line (2). 

2. The control device for motor/generators according 
to Claim 1 wherein the current of the first inverter 
(1 0) and the current of the second inverter (20) are 
generated simultaneously in opposite directions by 
operating the switching element of the first inverter 
(1 0) and the corresponding switching element of the 
second inverter (20) simultaneously. 

3. The control device for motor/generators according 
to Claim 1 or Claim 2 wherein the first carrier signal 
and the second carrier signal have the same period 
and phase. 

4. The control device for motor/generators according 
to any one of Claim 1 to Claim 3 wherein the first 
carrier signal and the second carrier signal are gen- 
erated from a carrier wave generator circuit (13). 

5. The control device for motor/generators according 
to any one of Claim 1 to Claim 4 wherein the product 
of the pole number and the maximum rotation speed 
of the first motor/generator (11) is approximately 
equal to the product of the pole number and the 
maximum rotation speed of the second motor/gen- 
erator (21). 



motor/generator (11 ), and otherwise the microproc- 
essor (60) controlling the rotation speed of the sec- 
ond motor/generator (21) in response to a target 
value for generated power. 

5 

7. The control device for motor/generators according 
to any one of Claim 1 to Claim 6 wherein the switch- 
ing elements (sw11-sw16) of the first inverter (10) 
and the switching elements (sw21 -sw26) of the sec- 

10 ond inverter (20) are connected to the direct current 
power source (1) through a common smoothing 
condenser (4), and the inductance of the route from 
the smoothing condenser (4) and each the switch- 
ing element of the first inverter (1 0) is approximately 

15 equal to the inductance of the route from the 
smoothing condenser (4) and the corresponding 
switching element of the second inverter (20). 



25 



30 



35 



40 



6. The control device for motor/generators according 
to any one of Claim 1 to Claim 5 wherein a micro- 
processor (60) is provided for controlling an engine 50 
(8) connected to the second motor/generator (21), 
when the ripple current in the DC bus line (2) ex- 
ceeds a threshold value, the microprocessor (8) 
controlling the rotation speed of the second motor/ 
generator (21) so that the period of the fundamental 55 
frequency of the control current of the second mo- 
tor/generator (21 ) approaches the period of the fun- 
damental frequency of the control current of the first 
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